Abstract: Building a multimodal information platform constitutes a disruptive innovation, which can enhance the use of sustainable travel modes and reduce the negative externalities of car use. This eco-innovation will change the structures of the market and induce changes in behaviour. From a web-based survey conducted in the Plateau de Saclay -an area located 20 km south of Paris, very affected by congestion -travellers' willingness to pay (WTP) for such a platform was investigated. In particular, a multinomial logit with unobserved heterogeneity in general WTP was estimated to determine marginal WTP for the potential services that could be provided by the platform. The results show that the price of access to the information platform and its various services is an important variable but cannot be considered the only determinant of the intention to use it. We present a new research model of user acceptance of an eco-innovation. Based on a use behaviour analysis, we highlight several aspects to consider such as the facilitating conditions and moderator variables, the performance expectancy of the platform measured in spheres of activity and travel time, effort expectancy and social influence.
Introduction
According to Li et al. (2010) , it is increasingly recognised that travel time reliability, and its valuation, is important to travellers, and hence should be given greater emphasis in transport policy and performance management. The implementation of an innovation such as a multimodal information platform refers to this type of transport management policy. Indeed, the emergence of 'big data' enables real-time information to be provided on the availability and frequency of several transport modes and thus new travel information systems to be built, enhancing the use of sustainable modes. For example, the availability of self-service electric cars, parking spaces, and dynamic ridesharing could be reported. Considering new travel information systems as an innovation, we focused our analysis on the conditions of its adoption by users. The diffusion of innovations is a theory that seeks to explain how, why, and at what rate new technology spreads. The spread of a new technology depends on the innovation itself, communication channels, time and a social system. This process relies heavily on human acceptance, and this paper develops a research model that analyses the conditions of user acceptance of such an information system.
Information system research has long studied how and why individuals adopt new information technologies defined as an innovation (Venkatesh et al., 2003) . According to the same paper, there are two main streams of research: one concentrates on individual acceptance of innovation by using intention or usage (e.g., Compeau and Higgins, 1995; Davis, 1989) ; another focuses on implementation success at the organisational level (Leonard-Barton and Deschamps, 1988) and task technology fit (Goodhue, 1995; Goodhue and Thompson, 1995) , among others.
Regarding information systems, there is also a significant economics-related literature that is interested in knowing the amount that the user of a technological innovation is willing to pay, i.e., the willingness to pay (WTP) for information. In transport studies, since the seminal work of Small (1982) on the scheduling of trip-planning, there has been an abundant literature about the WTP for a reduction in travel time variability in addition to travel time savings or for a shorter scheduled journey time [Senna (1994) , Small et al. (1999) , Hensher (2001a Hensher ( , 2001b , Bhat and Sardesai (2006) , Asensio and Matas (2008) , Batley and Ibanez (2009) and the exhaustive study of Li et al. (2010) ]. Previous research underlines that the provision of travel information is able to induce such changes when information is considered reliable by users (Khattak et al., 1993a; Abdel-Aty et al., 1995) . The probability of mode or route change is also higher among young, male travellers, when the journey is long or subject to unexpected congestion (see Abdel-Aty et al., 1995 , 1997 Khattak et al., 1996; Polydoropoulou et al., 1996) . Although a need for multimodal information has been highlighted by Polak and Jones (1993) , previous research on WTP for transport information delivered by phone (Polydoropoulou et al., 1997; Wolinetz et al., 2001; Khattak et al., 2003; Zhang and Levinson, 2008) or by web application (Molin and Timmermans, 2006) suggests that traveller's WTP for travel information is very low, particularly among public transport users. Transit users are less likely to pay for the provision of multimodal information since they consider it covered by their fare (Neuherz et al., 2000) . However, this research also shows that WTP strongly increases when real-time and accurate information is provided or when some additional trip-planning options are offered. Thus, there are usability features of the information system. Moreover, we have shown in our case study that there is some heterogeneity in WTP according to gender and age: young travellers have a greater WTP for travel information, which might reflect their stronger technology-oriented habits. Similarly, men have a higher WTP. Thus, the price of the information platform is not the sole determinant of its use. There are characteristics that influence and modify the relationship between the price and the use of the platform. These are moderating variables, such as gender and age. These results are also found in the literature on information system management (see Venkatesh and Morris, 2000; Venkatesh et al., 2008) . It is therefore interesting to examine both the nature and quality of an information system and its compatibility with users' needs. In fact, the provision of multimodal information constitutes an eco-innovation 1 in the sense that it can increase changes in mode or route choice that reduce car use or the negative environmental externalities induced by traffic congestion. This research shows specifically that the price factor is not the only determinant of the adoption of such an eco-innovation.
The originality of this paper is twofold:
1 The perceived availability of the alternative modes appears the main determinant of the potential modal shift. However, building and updating such a system is expensive so that users might be asked to contribute to its funding. The present paper measures potential users' WTP and motives for using this innovation: multimodal travel information systems. We determined and tested the importance of real-time and trip-planning options on the WTP for a multimodal platform based on a sample of 400 commuters in the Plateau de Saclay, an area located 20 km south of Paris.
2 A research model of use behaviour of an eco-innovation is presented. The platform can be seen as an eco-innovation whose acceptance analysis depends on the conditions of its user-centred adoption. In this way, a research model of acceptance has to take into account behavioural intention and facilitating conditions (such as the price).
Section 2 presents the two estimation strategies that were implemented to measure travellers' WTP for such a platform. Section 3 presents the sample used to implement them and the results obtained from our estimations. Section 4 defines the complementary conditions of acceptance of the platform envisaged as a disruptive eco-innovation.
Data and methods

Survey
In order to estimate travellers' WTP for multimodal travel information and to disentangle their motives for paying, we conducted a web-based survey of the staff of the University of Versailles-Saint-Quentin. An advantage of this sample is that the University is located in four towns of the Plateau de Saclay area, so that the residences and workplaces of the respondents differ enough to ensure sufficient variability of the travel behaviours. By contrast, the levels of education and occupations vary less and are higher than in the average French population (40% of the respondents have a PhD) owing to both the particular activity of a university and the fact that the Plateau de Saclay is an area devoted to research and industrial activity. This feature of our sample might enable us to measure the WTP of a rather educated population for a multimodal platform but may prevent us from measuring the effect of education and occupation on the WTP (not enough variability). For this reason, our research focuses on the effect of other individual characteristics (Dantan et al., 2015) . The first part of the survey collected individual characteristics such as gender, age, size of household, residential and work locations while the second part surveyed travel habits and preferences. In the third part of the survey, travellers' interest in a potential multimodal information platform was investigated.
To do so, a hypothetical platform was described to the respondents: it was assumed to provide itineraries for any origin-destination requested by users, with all available modes. Users would also be able to obtain reservations or real-time information on the availability of bicycle-sharing, car-sharing, car-pooling and parking solutions. The access to this platform would be available on a smartphone or a dedicated machine in train stations.
WTP for accessing the platform
We assume that an individual i determines his/her WTP for the platform by comparing the potential utility U platform of using the platform and the utility U no_platform of not using it. We also assume that the difference between both utilities can be written as:
where β i is the intrinsic utility of using the platform and α i is the disutility of its price. The WTP for the platform corresponds to the ratio of β i to α i and must exceed the price of the platform for the platform to be chosen:
We assume that this ratio is the sum of a linear combination of the individual characteristics X i and of an error term ε i :
We estimate the parameters γ following two strategies. First, we circumvent the discrete nature of the measurement of WTP and express it as a continuous variable by taking the middle of each interval. We are then able to implement a standard OLS regression. The second strategy accounts for the discretisation of the WTP into eight intervals [w l , w l+1 ] (l = 0 to 7) and consists of estimating an interval regression. To do this, we assume that the error term ε i follows a normal distribution N(0, σ). Thus the probability that the level of WTP indicated by an individual is in the intervals [w l , w l+1 ] can be written as:
where Φ denotes the standard cumulative normal function. By maximising the log-likelihood obtained from these probabilities, the parameters γ/σ and σ are estimated. However, asking commuters directly how much they are willing to pay for a multimodal information platform may not be the best way to measure their actual WTP for such a platform. This is all the more true if similar information by mode is available for free, which creates a so-called cognitive dissonance bias that might make users unable to indicate their WTP. For this reason, in addition to the direct measurement of WTP, we implement the stated preferences strategy described above.
WTP for trip-planning options
After indicating how much they were willing to pay for such a platform, respondents were asked several times to choose one alternative from a choice set composed of:
• three different configurations of the platform, each varying by its characteristics (information on real-time events, on services, travel cost) and by its price (proposed prices being correlated to the previously stated WTP)
• an opt-out alternative consisting of obtaining information in another way.
To account for the variety of services provided by the platform, the previous modelling is extended by denoting , platform j i U the utility provided by the configuration j of the platform, and assuming that:
where s j X equals 1 if the service s is provided by the configuration j and 0 otherwise.
denotes the marginal utility of the service s and α i the disutility of the price p j . ρ i denotes the intrinsic utility of using the platform and is assumed to be randomly-distributed. The error terms ε ik are assumed to be Gumbel-distributed so that a multinomial logit is estimated to explain individual choice among the submitted alternatives. Thus, if we denote K a choice set composed of an opt-out alternative and 3 configurations of the platform, we can write the probability that an individual i chooses the alternative j in K:
We assume that the marginal utilities Since the survey provided three answers per respondent, we were able to estimate the intrinsic utility ρ i of the platform and then account for the unobserved heterogeneity in WTP. Alternatively, we assume a discrete and normal distribution of ρ i .
This intrinsic utility aims to capture the unobserved heterogeneity in users' interest in a multimodal information platform.
The services under consideration in the different configurations of the platform are:
• the provision of real-time information on the traffic and on the availability of shared bicycles, cars or parking places
• the provision of multiple itineraries with several modes
• the computation of the travel cost for each itinerary
• the location of services and shops along each itinerary.
This second estimation strategy enables the different trip-planning options to be evaluated.
Econometric results and discussion
Descriptive statistics
After the description, respondents were asked to indicate their interest in the platform and, more accurately, in some benefits that could be obtained by using it. The replies reveal that 52% of the sample are rather interested and 18% are very interested while only 18% are rather uninterested and 12% are not interested at all. Obtaining real-time information appears the main motive for using this hypothetical platform since 80% of the sample are rather interested or very interested in such a benefit. 62% are interested in achieving savings thanks to the platform while less than 40% are interested in locating services along their itinerary. 65% of the sample also say that preserving the environment is one of their motives, which underlines the importance of the environmental value in the valuation of the platform.
Then, respondents' WTP was measured directly by asking them to indicate the maximum amount they were willing to pay to fund the platform and thus obtain access to it. They answered by choosing from eight levels of WTP. The results show that 60% of the sample are willing to pay for the platform: 45% would pay from 0.10€ to 5€ while 15% would be willing to pay more.
Respondents with a zero-WTP were asked to indicate why ( Table 1 ). The main motive for unwillingness to pay (25%) is that respondents do not feel concerned by such a platform. By contrast, less than 15% consider the platform useless or unaffordable, or need more information to judge. Other stated motives indicate that unwilling respondents consider that multimodal information must be provided for free or be paid for by someone else. Consistently, when asked who should pay for the provision of the multimodal platform (Table 2) , less than 18% of the unwilling respondents designate the private car users, against 29% of those who are willing to pay for the platform. Similarly, 13.5% of the former think that public transport users should pay, against 21.1% of the latter. Divergences also appear concerning the possibility of funding the platform by advertising: 57% of unwilling travellers would accept advertisements being displayed on the platform to fund it against 69% of the willing respondents.
Institutional funding is more consensual: about 50% of the sample agree that transport or public organisations should pay for a multimodal platform and about 30% think that private firms should also contribute to funding it. Table 2 Opinions on potential contributions to the funding 
WTP for accessing the platform
In order to explain the differences in the stated WTP, we alternatively estimated an OLS and then an interval regression of the WTP on individual characteristics. Table 3 presents the results of an interval regression of the WTP on individual characteristics. In order to account for potential gender differences in WTP, we estimated the gender-specific effects of these characteristics.
In the first interval regression, log income and the log of family size were excluded from the explanatory variables in order to maximise the sample size (and not exclude individuals who refused to indicate their income). They were then re-included (see the two right-hand columns) in order to measure the effect of income on WTP. Notes: *Indicates significance at 10%; ** at 5% and *** at 1%.
In the first estimation, the reference individual is a 40-year-old man without children, who does not use a car to go to work, does not obtain travel information and is not interested in the platform even if it enables him to save money, enhance environmental sustainability, locate services along itineraries or obtain real-time information. His WTP is equal to around 1.7 euros per month. A similar woman's WTP is about 3 euros lower and thus a negative WTP. Turning to the effects of individual characteristics, a woman's WTP increases slightly with her age (0.77€ per decade) and significantly with the number of her children (0.77€ per child) while a man's WTP is not affected by these variables. The result that women's travel behaviour is more affected by the presence of children is a standard finding in transport economics, which reflects the fact that, in heterosexual couples, women are in charge of dropping off children at school in the morning and picking them up in the evening. By contrast, while a woman's WTP is not impacted by her travel habits, a man's WTP decreases when the car is one of his travel modes to go to work (-1.1€) and when he is used to obtaining travel information online on a computer (-1.7€). When he is used to obtaining it on a smartphone or by offline media, his WTP is higher than when he is not informed (+1.4€ and +1.8€, respectively).
In the second estimation, the log income is included in the explanatory variables of the WTP. To obtain the monthly income, we proxied it by the middle of the interval in which the respondent located his/her household income (when given). To control for the effect of family size on this income, we did not divide the household income by the square root of the family size to obtain an income per capita, but rather included the log of family size in the regression. However, we centred the log income on the average log income per capita, which equals 7.74 (this corresponds to an income per capita of around 2,300€ per month).
In this second regression, the reference individual is the same as previously but lives alone and earns the average income per capita. While the inclusion of these variables does not change significantly the estimates of the previous coefficients in the men's WTP equation, those of women are significantly modified. In particular, women's age no longer affects the WTP, which suggests that an older woman is willing to pay more for a multimodal platform because she earns more (+0.11€ for a 10% increase in monthly income). By contrast, men's WTP decreases with their income (-0.11€ for a 10% increase).
Turning to the effect of the stated motives on the WTP, some important gender differences also appear. Men who are interested in saving money by using the platform are found to have a WTP of 2.15€ but this effect is not robust for the inclusion of the log income in the regression, which suggests a strong correlation between the desire to save money and income among men. Other motives have an insignificant effect on their WTP for using the platform.
By contrast, women's WTP is significantly influenced by their environmental concern and desire to obtain real-time information: women are able to spend 1.5€ to access the platform when they are environmentally-friendly and more than 2€ when they are interested in real-time information. When controlling for income, they are even willing to pay for a service-location option.
The estimates obtained with the OLS regression are very similar to those obtained with the interval regression (see Table 6 in the Appendix). The R-squares of both estimation strategies are very low, which suggests that the WTP for the platform is deeply impacted by some unobservable factors. This is accounted for in the multinomial logit estimation by including a random heterogeneous intrinsic utility of using the platform.
Marginal WTP for trip-planning services
To estimate the multinomial logit, we rewrite the intrinsic utility of using the platform as the sum of an average platform utility ρ and a random term μ i with a zero mean:
We first assume that this random term is randomly distributed and can take two discrete values denoted μ j , j = 1 to 2 2 . The estimates of the corresponding model are obtained by the GLLAMM procedure on Stata (Rabe-Hesketh et al., 2001 ) and presented in Table 4 . Table 4 Multinomial logit with randomly-distributed discrete platform intercept Notes: *Indicates significance at 10%; ** at 5% and *** at 1%.
The effect of price on the choice probability is negative until the price is lower than 1€ and becomes insignificant above this threshold. This is consistent with the finding of Molin and Timmermans (2006) that the negative effect of price on the probability of using a travel information platform decreases with price. The WTP for a trip-planning option is the ratio of its own coefficient with the coefficient of the price. Since the latter is very close to one, the coefficient of each trip-planning option can be interpreted as its marginal WTP. More precisely, since the trip-planning option dummies are interacted with some individual characteristics, the obtained coefficients correspond to the marginal WTP of a reference individual.
In the first estimation, trip-planning option dummies are interacted with age, number of children and a dummy indicating whether a car is used to go to work (when insignificant for both genders, the interactions are excluded from the explanatory variables). Estimates of the effect of trip-planning services and their interactions are gender-specific.
Thus, the reference man (woman) -who is 40-years-old, lives without children and does not use a car to go to work -is willing to pay 1.85€ (2.14€) for real-time information and 1.17€ (1.15€) for multiple itineraries but would not pay to locate services along each itinerary or for a cost-computing service (non-significant marginal WTP). Women would even pay less if a service-location service was displayed on the platform. The importance of real-time information is consistent with previous studies on the WTP for travel information.
The number of children decreases women's WTP for real-time information without affecting men's. This may be because women who are in charge of children's travel between home and school have a tighter schedule and might be more aware of travel information so that they do not need to pay for it. By contrast, the number of children increases the men's WTP for the location of services along an itinerary without affecting that of women, potentially because they are less aware of the location of services than women are. Men who go to work by car are willing to pay less to obtain the location of services. Older men are also willing to pay less for a cost-computing service.
The introduction of log income into the explanatory variables highlights some of these results. For example, WTP for service-location along itineraries is higher among poor women, which suggests that they are more likely to use these services than richer women and men. The poorest women also appear to have a higher marginal WTP for cost-computing services. The fact that the effect of age on men's WTP for cost-computation decreases when log income is included suggests that both variables are correlated. Thus, the negative (although less significant) effect of age on men's demand for cost-computation might be explained by the fact that they care less about travel costs as their income increases.
Very similar results are obtained when assuming that the random term µ i is normally-distributed with a zero mean and a standard error σ (see Table 7 in the Appendix).
Discussion: a theoretical model to use an eco-innovation
These results show that the price of access to the information platform and its various services is clearly an important variable but cannot be considered the only determinant of the intention to use it. As shown by the few theoretical models of information system management (see Burton-Jones and Straub, 2006; Jasperson et al., 2005; Venkatesh et al., 2003 Venkatesh et al., , 2008 , characteristics such as gender and age as well as facilitating conditions can influence the use behaviour of information platforms. Specifically, the information platform is seen as an innovation and therefore the specific characteristics of the adoption of this innovation must be taken into account. For example, the price cannot be seen as the only determinant of user behaviour; the variables that we have put forward in the econometric estimates should be more generally considered. We summarise in Figure 1 , a proposed research model of the use of the information platform. In this diagram, we can see that the price variable directly influences the intention to use the platform. However, as we have shown with the econometric estimates, the relationship is heterogeneous among individuals. We have grouped these individual variables under the name of moderators as they modify or alter the relationship between price and usage behaviour; for example, the fact that one is a woman changes the relationship between price and the way of supporting use of the platform.
The tests carried out show that facilitating conditions (price being the main chosen variable) cannot be the only dimension retained in a research model of acceptance of the platform seen as an innovation. The multimodal platform has to be perceived by users as a new technology that responds to their needs. In developing the research model and according to the innovation diffusion theory (Rogers, 1995; Moore and Benbasat, 1991) , we define two axes of analysis concerning ( Figure 2 ): 1 Intentions to use, defined in our first part as facilitating conditions focused mainly on price. Facilitating conditions are defined as the degree to which a user believes that a technological and organisational innovation exists to support use of the system. The first part highlighted these parameters while identifying the 'moderators' of implementation.
2 Individual reactions to using the platform, as a way of taking into account the individual moderators that modify intentions to use. Behavioural intention is defined as the degree to which a user has formulated conscious plans to perform or not some specified future behaviour of adoption. We seek to identify the parameters that justify the adoption of the platform. By asking the questions why and how users individually accept the platform, we will focus on the second identified axis: behavioural intention. Multimodal information is described as an eco-innovation whose usage modifies the market (both supply and demand). Focusing on individual reactions to using the platform, we investigate the variables or 'moderators' that characterise the acceptance model we propose.
Adoption of a multimodal platform and user behaviour
In research model construction, what matters are the features that are included (or not) through the technology of a multimodal platform and that affect its use. This usage will be defined by the state of the market (supply of services) and by what is called an aptitude for mobility (Kaufmann et al., 2003) , which will characterise the demand. This individual propensity for mobility will induce the specific mobility practices of users. The model of Moore and Benbasat (1991) characterises the innovation diffusion according to the conditions of users' acceptance of the technology. Davis (1989) formalises this proposal by identifying two parameters ensuring acceptability:
• perceived usefulness defined as "the degree to which an individual believes that using a particular system would enhance his/her job performance"
• perceived ease of use refers to "the degree to which an individual believes that using a particular system would be free of physical and mental effort".
Through these two axes, we identify which variables or 'moderators' will facilitate the adoption of a multimodal platform defined as a user-centred innovation.
The multimodal platform is a disruptive eco-innovation
We saw in the first part that the demand for mobility is growing with users becoming more aware of the costs associated with their trips as well as other negative externalities attached to individual vehicles. A demand for more sustainable and more flexible mobility is appearing. The multimodal information platform is the expression of these new demands: this innovation facilitates real-time access to a service providing combinations of mobility, guaranteeing a trip from point A to point B. As this innovation involves the recognition by users of the aim of preventing or substantially reducing environmental risks, pollution and other negative impacts linked to mobility, we refer to it as an eco-innovation. As such, it requires:
• a long-term vision of issues related to preserving the environment
• a lasting commitment of the public authorities and citizens.
Moreover, according to the analytical framework of ecological economics (Rennings, 2000; Hellström, 2007; Carrillo-Hermosilla et al., 2010; Nill and Kemp, 2009) , an ecoinnovation is characterised by:
1 A double externality problem (a positive externality of networks and R&D and a negative environmental externality). The multimodal information platform is a system for finding the simplest and most direct itineraries from one address to another, while combining all transport modes and services available in the territory. When it is used, the information platform produces the following externalities: significant technology and software costs but which decrease with the learning effect linked to their increase on different existing platforms; a reduction in pollution linked to calculations of more efficient multimodal routes.
2 A necessary involvement of the regulatory framework. For maximum efficiency, the platform must be interoperable in urban, peri-urban and rural zones and include dedicated services (e.g., school services) calling upon transport stakeholders such as local authorities. A regulatory framework is needed to link transit authorities, communities, professionals, government departments, and public institutions.
3 The importance of social and institutional dimensions of the innovation. Whether it concerns issues of normalisation or the involvement of users and public institutions, an awareness of the societal dimension in the 'platform' innovation is essential.
The aim of this platform is to meet the needs of users and encourage their adherence (innovation pulled by the demand, known as 'demand-pull'), while considering the business ecosystem most likely to provide effective solutions for these needs (innovation pushed by the supply, known as 'technology-push') in an uncertain institutional context. From this perspective, it can be defined as a disruptive innovation. New needs are appearing, and the behaviours of users are changing in an economic and regulatory context that is complex, global and uncertain. Moreover, this eco-innovation seems to be disruptive [as defined by Christensen (2006) ] as its diffusion will lead to the appearance of a new structure of the ecomobility market. According to this theory, it is the strategic usage of technology that disrupts the structure of the market and not the nature of the technology itself. It is thus relevant to focus on the conditions of usage of this technology to analyse the conditions of its diffusion.
Like every disruptive innovation, the diffusion of the multimodal platform service follows a classic sinusoidal pattern that associates each phase of technological development with a particular type of consumer. The consumers are thus categorised according to when they choose to acquire the innovation in question. We can distinguish the 'early-adopters' of the platform, visionaries interested in the technology for its own sake, and the 'early-majority' who accord special importance to the traditional economic determinants such as price, reliability, flexibility of choice, and interoperability. The levers to manage the diffusion of innovations are specific because they respond to very different stimuli and must be adapted to each group of consumers. In this context, we will focus on understanding the nature of the incentives that explain the choice and adoption of the multimodal platform by all consumers. Such a pattern of diffusion requires a new strategic user-centred approach, which identifies and characterises their preferences: we favour the innovation diffusion theory to explain the individual choice of users (Moore and Benbasat, 1991) . The users play several roles in the information and advice about the innovation (notably upstream of its design), in its evaluation (downstream of its implementation, see Ganguly et al., 2010 for the measure methods) and in its growth (notably during its commercialisation).
The adoption of an invention depends on the users' intentions, which are in turn dependent on the users' attitudes (Venkatesh and Morris, 2000) . It is this dimension that we propose to integrate in the research model of user acceptance of a multimodal platform.
Analysis of users' mobility practices
What causes users to adopt or reject an innovation? Among the many variables, we focus our analysis on the perceived usefulness and perceived ease of use as proposed in Davis's model (1989) . Our purpose is to define the determinants that will explain adhesion or not of users to a technology based on their intention to use (what we call perceived usefulness) and their reaction to its usage (perceived ease of use).
The perceived ease of use corresponds to individuals' reactions when using the platform. The literature on the user acceptance model (Venkatesh et al., 2003) identifies two parameters determining usage behaviour:
• Effort expectancy, defined as the degree of ease associated with the use of the system. The platform provides information about the transport available in a territory and is equipped with a client-general public interface on internet. The platform relies on various interface supports such as a multimodal information system on internet, an SMS server informing users about the different possible routes from a defined point or waiting times or incidents on the network, and a smartphone application telling users about different routes from an input or geolocated point with an associated road map. There are so many interfaces that the user must be able to master in the most intuitive and easiest way in order to reduce effort expectancy. This parameter of behavioural intention will be moderated by gender, age, and experience.
• Social influence, defined as the degree to which an individual perceives that important others believe he or she should use the new system. The demand for an easier healthier mobility continues to grow in the cities where economic, social and environmental challenges are concentrated. Citizens want better living conditions and to reduce their daily travelling time. Trips are generally difficult, expensive, and harmful to health (pollution, noise, accidents, stress). The information platform is a possible solution for the more intelligent and less resource-consuming mobility that society requires. The innovative approaches valued by society can be inspiring and motivating for the user. The willingness of the user to choose the platform will depend on its practicality, personalisation, safety and accessibility, the pleasure of travelling and the constant connectivity provided.
For perceived usefulness, the platform as a new technology has to be perceived as being better than its precursor. This performance expectancy is a way of measuring this possible substitution. Performance expectancy is defined as the degree to which an individual believes that using the system will help him or her attain gains in individual performance. In the case of the platform, the notion of performance could be interpreted as the best use of the multimodality. The search for the best use of the multimodality will be analysed as the aptitude or propensity for mobility in terms of the determinants or moderators, which vary according to the types of actors, the different temporalities, the actors' aspirations to mobility, and the specific forms of mobility. Thus, we note:
1 Accessibility, which refers to the idea of service, all the price conditions, the schedules, and the forms of connectivity of mobilities for which an offer could be used. New telecommunication facilities and the rapid means of transport available have enabled connectivity to develop and the actors are now integrated at several spatial scales (Offner, 2000) , which makes the analysis of spatio-temporal scales much more complex.
2 The physical and organisational capacities of users in their travel. The actors also use different abilities depending on whether the trip will be seen as a social activity. In this context, the users will assess the quality of their travel based on the time taken and the opportunity to pursue an activity (Bonardi and Roussiau, 1999) .
These determinants characterising the propensity of actors to be mobile lead us to distinguish different practices of ecomobility. Thus, the levers that characterise each practice must be analysed to identify the determinants of travel behaviour through the service offered by a travel information platform. The economic interpretation of travel behaviour usually relies on the rationality of the individual and is represented by a maximisation of the usefulness of his/her trip. In the context of an innovative usage, as we have defined above, we assume that the travel behaviour will be explained in terms of the features that are included through the technology of the eco-innovation (Petit 2002) .
Beyond the classic and measurable characteristics of the mobility of actors (age, income, gender, socio-professional category), we question the factors that explain the relationship of individuals to their mobility and especially to their choice of multimodality (envisaged as an innovation of usage). Taking into account the determinants of the propensity for mobility defined in the preceding section, we propose We can thus distinguish four ways of planning mobility. Each of these mobility practices is the subject of an extensive literature and a specific disciplinary basis (development, economics, sociology, etc.). For each mobility practice, we identify the levers that justify the acceptability or otherwise of the innovative usage considered. Based on the objectives identified in the different mobility practices, the factors explaining the purchasing behaviour or otherwise of the service can be dealt with.
We observe that the search for objectives for each mobility practice is specific and depends on behavioural factors or various moderators: gender, age, voluntariness (referring to a choice being made of a person's free will), and experience.
Our proposed research model for user acceptance of the platform is shown in Figure 3 . Travel time becomes a socio-economic activity in its own right.
Separation between social life spheres
Transport is experienced as a way of planning and linking activities already programmed. The search for the effectiveness of the eco-innovation is the organising principle.
Transport is experienced as a new activity to include in a social life sphere. The search for the quality of the time allocated to transport is the organising principle.
Porosity of social life spheres
Transport enables pre-defined activities to be linked but it is also a way of structuring activities. The search for efficiency is the organising principle.
The search to maximise space/time is the organising principle.
Conclusions
A multimodal information platform may be interpreted as a disruptive eco-innovation. From this perspective, an analysis of the behaviour of users who would be willing to acquire this new service must be carried out. We propose a research model of user acceptance taking into account facilitating conditions and behavioural intention for using a multimodal platform. To adopt the platform, users express that they want information that has the following parameters:
• available in real-time, reliable and easy to obtain
• tailored to their needs.
However, a number of concerns have to be discussed regarding the use of behavioural intention and facilitating conditions as parameters of the conceptualisations of platform use. First, we tested the users in relation to a theoretical model of a multimodal platform, which enabled us to construct a research model of adoption of the platform based on the intentions of users. However, the literature on information system management draws our attention to the potential influence of the parameters of use of the system (such as duration, frequency and intensity) on the modalities of adoption. Thus, we should test platform users during the active adoption decision-making process. In addition, we could examine technology adoption from the time of its initial adoption to stages of greater experience (including the learning process of using the platform).
Second, how can performance expectancy be evaluated? We have described the parameters that could influence individuals to adopt a multimodal platform because they believe that using this information system will help them to attain gains in their individual performance. However, these adoption levers relate to psychological characteristics that will impact behavioural intention. We must add the cognitive appraisal of behavioural determinants. The theory of consumption values developed by Sheth et al. (1991) proposes various dimensions to take into account behavioural intention: a functional value, which measures the perception of the product's price and quality, a social value influenced by peer opinion, an emotional value of the product, which measures the level of emotion induced by it, a conditional value, which is related to the product adaptation to a specific situation, and an epistemic value, which measures the consumer's curiosity for the product.
For example, our study suggests that 80% of the sample interested in using the platform are mainly looking to obtain real-time information. The prevalence of this motive suggests that, from the potential user's point of view, the functional value of the multimodal platform is an important determinant in the decision to use it. 62% are interested in making savings thanks to the platform while fewer than 40% are interested in locating services along their itinerary. This contrast illustrates that the conditional value of the platform might not arise from all the trip-planning options but only from some particular ones. Lastly, 65% of the sample declare that preserving the environment is one of their motives, which underlines the importance of the environmental value in the valuation of the platform. Behavioural expectation has to be integrated and tested as an alternative predictor of multimodal platform use in the next step of our research model. 
